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Two F-15s from the 1st Fighter Wing provide
a friendly escort to a Russian 1I-76 Candid
and two Su-27 Flankers. The 1st Fighter
Wing, Langley AFB, Virginia, played host to
the Russians on a five-day goodwill visit.
Photo taken by TSgt Steve Turner.



ACC’s passion for excellence and quest for quality
touches us all as we search for ways to improve the
efficiency and effectiveness of our operations. While
we strive for continuous improvement, safety con-
siderations must be involved in everything we do --
not because it is a “program” or the “safety thing,” but
because it’s the right way, the smart way to operate.
We don’t want to lose people, planes, missiles or
other resources needlessly.

ACC ssafety goals emphasize a continued reduction
in weapons and ground mishaps and specify an over-
all flight mishap rate below 2.0, with a
command-controlled rate below 1.5. A mishap is
labeled command-controlled any time a person wear-
ing an ACC patch could have prevented the mishap or
interrupted the sequence of events and did not do so.
We are striving to meet these goals through proactive
programs, involvement and teamwork. However, the
primary goal of safety is not a low mishap rate; it’s
survivability. While we may be tempted to focus on
statistical descriptions of how we’re doing in pre-
venting mishaps, what really counts is the aircraft,
weapons, and people needed to get the maximum
number of successful sorties airborne and back again
-- combat capability. That’s what our command is all
about -- Air Combat Command professionals provid-
ing the world’s best combat air forces delivering
rapid, decisive airpower anytime, anywhere.

Commanders are the key to our safety program and

the preservation of our combat assets. Leadership,
involvement and accountability are the essential ele-
ments for fostering an environment where a pervasive
culture of safety flourishes. However, our culture of
safety isn’t just the

commander’s responsi-
bility. It involves
everyone atalllevels. It
is proactive in nature
and based on a close
association between
workers, Supervisors
and leaders, with em-
powerment and
recognition of perfor-
mance and ideas as
keystones.

Safety is most effec-
tivewhenitisanintegral
part of our routine op-
erations -- not just a
slogan. Our safety cul-
ture minimizes risk by

modifying our actions
and behavior until the
safe way becomes second nature. We do things the
safe way without even thinking and we train our new
people to do the same. Teamwork, leadership, in-
volvement and caring form the foundation of this
culture. Each of us should be building upon that
foundation to make our safety culture the best it can
be. Commanders, supervisors and workers at all
levels must “walk the talk” if we are to keep our
culture of safety a vibrant, living entity. The re-
wards are great!

Colonel Bodie R. Bodenheim
Chief of Safety
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Capt Mike Peel
3901 SMES

Vandenberg AFB CA

he alarm clock goes off at 0600, and
you slowly drag yourself out of bed to
go on yet another alert. You’re going
to your home site; and even though you
dread the two hour plus drive, youdon’t mind too much
because it’s usually a quiet alert. During the pre-
departure briefing, you find out that you will have
maintenance on three of your Launch Facilities (LF)
today and a communications team in the Launch Con-
trol Center (LCC). Well, so much for a quiet alert.
After the long drive, you pull up to the Launch Control
Facility (LCF) fence and see two evaluators anxiously
awaiting your arrival. Your heart skips a beat. You
realize that you are about to experience the dreaded
“no-notice evaluation.” You ask your deputy if he
posted the last T.O. change and he responds with a
hesitant, “I think so.” “Let’s do everything by the book
today and we’ll do fine,” you reply. Suddenly you
realize it’s been a very long time since you and your
deputy did anything “by the book.” You can’t even
remember the last time you did crew self-study. You
think to your-
self, “O.K.,
today we’ll
use the check-
list for
everything.”
Has this
ever hap-
penedto you?
Hopefully
not. If it has,
you most
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likely got through the field and
Missile Procedures Trainer (MPT)
phase of your check with less than
outstanding results. Yes, you were
probably rated qualified, but you
know you’re better than that.
Where did this crew go wrong?
You can narrow it down to two
things: lack of crew self-study
and failure to use the T.O. on a
consistent basis -- either of which
an evaluator can recognize almost
immediately.
Inthesetimes of budget cuts and
changing roles for the military,
it’s easy to develop a negative
attitude. You lose sight of the
mission and your performance
begins to slip a little. Yes, most
alerts can be dull and boring, but
you must keep your proficiency at
a high level. You have to be pre-
pared for any situation. If you
react incorrectly, you could dam-
age critical equipment, injure
yourself or others or prevent the
wing from carrying out its war-
time mission, all of which reduces
the integrity of the deterrent force.

The Combat Edge September 1992

Many times in an MPT evalua-
tion, you’re presented with status
and conditions that you are un-
likely to encounter on alert, but
must be prepared to handle. One
of the purposes of training and
evaluation is to ensure you can
react correctly in the event of a
“worst case scenario.” Even with
this in mind, there’s no way your
crew can be trained and evaluated
on all possible scenarios you could
experience while on alert -- the
system is just too complicated.
That’s why crew self-study is so
important. You have to sit down
with your crew partner and dis-
cuss how you will run T.O.
checklists and react to various
conditions. It’s also important to
know how the system works, not
just how it operates: With an in-
depth understanding of how the
system works, you can apply what
you have learned to many differ-
There’s a
wealth of information in your T.O.,
but you can’t find all the answers
there. If you have a question and

ent circumstances.

the T.O. doesn’t provide an an-
swer, you have to take the initiative
-- ask an instructor or a job control
technician. It’s the only way to
truly learn the weapon system.
The Air Force has entrusted you
with an awesome responsibility,
and the tolerance for incidents in-
volving nuclear weapons is
extremely small. Perfection is the
standard. Being a missileer has
never been glamorous or easy.
We’ve always had to find per-
sonal satisfaction in a job well
done. The ICBM force is and
always has been one of the most
important facets of our military’s
deterrent force. Eventhoughthere
is no clear threat today, missileers
must be prepared at all times to
carry out their peacetime and war-
time mission. The job requires as
much vigilance, hard work and
attention to detail as it did during
the height of the cold war. Now,
as always, it’s up to you to pre-
serve pride in your work and
maintain your proficiency. B
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FL 600
18,000 MSL

CLA?S A

CLASSE
14,500 MSL
i CLASS B

Nontowered

Airport 1,200 AGL

AGL- above ground level FL - flight level MSL - mean sea level Effective September 16, 1993

And an Easy-to-Read Chart

Airspace Features

Former Airspace
Equivalent

Operations Permitted

Entry Requirements

Minimum Pilot
Qualifications

Two-way Radio
Communications

VFR Minimum
Visibility
VFR Minimum

Distance from
Clouds

Aircraft Separation

Conflict Resolution
Traffic Advisories

Safety Advisories
Differs from ICAO

Changes the
Existing Rule

Class A

Class B

Class C

Class D

Class E

Positive
Control
Area (PCA)

Terminal
Control
Area (TCA)

Airport Radar
Service Area
(ARSA)

Airport Traffic
Area (ATA)
and Control
Zone (C2)

General
Controlled
Airspace

IFR

IFR and VFR

IFR and VFR

IFR and VFR

IFR and VFR

ATC clearance

ATC clearance

ATC clearance
for IFR.

All require
radio contact.

ATC clearance
for IFR.

All require
radio contact.

ATC clearance
for IFR.

All IFR require
radio contact.

instrument
Rating

Private or
student
certificate

Student
certificate

Student
certificate

Student
certificate

Yes

Yes

Yes

Yes

Yes for IFR

N/A

3 statute miles

3 statute miles

3 statute miles

13 statute miles

N/A

Clear of cloaéi;

500 below,
1,000’ above,
and 2,000
horizontal

500’ below,
1,000’ above,
and 2,000’
horizontal

1500’ below,
1,000’ above,
and 2,000’
horizontal

IFR, SVFR,
and runway
operations

IFR, SVFR,
and runway
operations

IFR and SVFR

N/A

Between IFR
and VFR ops

No

No

N/A

Yes

Workload
permitting

Workload
permitting

Yes

Yes

Yes

Yes

No

3Yes

3,4Yes

4Yes for VFR

No

N[o}

6Yes for VFR

No

7.8,9Yes

No

7 Generally. the upper limits of the Control Zone have been lowered
from 14,500 MSL to 2,500 feet AGL

8 Generally, the upper limits of the Airport Tratfic Area has been lowered
from 2,999 feet AGL to 2,500 feet AGL

9 The requirement for two-way communications for Airport Traffic Areas
has been retained

3 ICAO does not have speed restrictions in this class - U.S. will retaln the
250 KIAS rule

41cA0 requires an ATC clearance for VFR

5 1cAD requires 3 statute miles vistbility

6 Reduces the cloud clearance distance from standard to clear of clouds

1 Different visibility minima and distance from cloud requirements
exist for operations above 10,000 feet MSL

2 Different visibility minima and distance from cloud requirements
exist for night operations above 10,000 feet MSL, and operations
below 1,200 feet AGL
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ince 1974, tactical fighters have had 68
Class A night mishaps. Seventy-one per-
cent of those were due to causes unique to
the night environment. Twenty-five percent of the
mishaps listed aircrew fatigue as a contributing
factor. Other problems, such as spatial disorienta-
tion, task saturation,

channelized attention

and complacency, in-

crease almost

exponentially with in-

creasing fatigue. Also

prevalent is visual

stimuli  fixation,

slowed reaction times,

decision making dif-

ficulty and impaired

hand-eye coordina-

tion. In essence,

fatigue is potentially

the most serious hu-

man factor problem associated with night flying.
Fatigue, fatigue recognition, quality sleep and fa-
tigue management techniques should be a priority
concern for everyone involved with night flying
operations.

Fatigue is a cumulative function of three subsets:
acute, cumulative and circadian. Acute fatigue is
the immediate, subjective feeling of tiredness fol-
lowing a demanding activity. The most common
and easiest to recognize, this fatigue is felt after
your annual 1.5 mile run. Recovery time is rapid
given a short rest or recovery period. Cumulative

18

SULQUE
Ulenegerme

Lt Col Dick Hoey
4 WG/SE

Seymour Johnson AFB NC

fatigue results from demanding activity over a pe-
riod of time and is associated with inadequate rest.
This fatigue is best typified by a week of “two go”
days where your energy reserves are gradually
drawn down. Recovery time required varies from
one good night’s sleep up to 3 days depending on
the severity of the
fatigue. Note that
cumulative fatigueis
associated with “in-
adequate rest” not
lack of rest. Sleep
quality vs quantity is
all important. Cir-
cadian fatigue
occurs when a shift
insleep/wakecycles
is experienced. Cir-
cadian rhythm is a
function of the
body’s “internal
clock” which has a cycle of 21-30 hours depending
on the individual. These rhythms control the body
temperature which, in turn, influences pulse, blood
pressure, breathing rate and, most importantly, brain
efficiency. Body temperature attempts to regulate
bodily functions so the body will be most active
during the day and least active at night. Normal
“day” rhythm produces a peak in performance be-
tween 1200L - 2100L and a nadir between 0300L -
0600L. Performance degradation occurs during
this nadir despite having “adequate” sleep. Read-
justment of circadian rhythm is subject to many

The Combat Edge September 1992
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ently tosleep deprivations. Itis critical that once the
onset of these cues are recognized, the individual or
manager take immediate action to seek a remedy.

The one and only cure for fatigue is sleep. Itis not
only the length of sleep that is important, but also its
quality. Quality sleep embodies three elements:
Rapid Eye Movement or REM sleep, Delta Wave
sleep or deep sleep and the overall length of sleep.
REM sleep, a more shallow sleep, usually happens
in the last 1/3 of the sleep cycle. Deep sleep most
often occurs in the first 1/3 of the sleep cycle. Both
types of sleep are needed and act to repair or
rejuvenate different
body functions. REM
sleep is required to
maintain a healthy
mental balance and the
ability to deal with
stress, while deep
sleep is required to
maintain physical
stamina. Alcohol, amphetamines, caffeine, nico-
tine and other self-induced drugs significantly reduce
both REM and deep sleep. Quality sleep is also
impaired by light. A sensory apparatus within the
eye dispatches neural impulses when stimulated by
light. This is known as discharges of the retina and
is a biological alarm to bring the sleeping person to
a higher state of consciousness. In short, light
wakes you up every bit as efficiently as your alarm
going off, a telephone ringing or your baby crying.
These all disturb the depth and length of sleep and,
thus, its quality.

The following are recommended guidelines for
crews who will be or potentially could be tasked to
night fly. These guidelines are addressed in 3 time
periods, after nautical twilight, after 2400L and
after 0230L.

Landing times after nautical twilight:

1. The duty day during night operations is limited
to 10 hours maximum for single-seat aircraft. A
recent F-16 mishap resulted in the direction that all
single-seat fighter operations comply with this re-
striction. A review of fatigue-related Class A
mishaps since 1976 indicates no statistically sig-

20

nificant difference between 1- or 2-seat aircraft.
This guideline is designed to defend against the
effects of cumulative fatigue.
2. Toallow forcircadian adaption, acrewmember’s
first night mission of the week should end NLT
2230L.
3. Crewmembers should fly no more than 3 con-
secutive nights. This defends against an excessive
cumulative fatigue buildup.
Flight operations past 2400L should follow the
above guidelines plus this additional guideline: 2
days of circadian rhythm adjustment is required
before landings after
2400L (i.e., first
night mission ends
prior to 2230L and
second night mission
ends priorto 2400L).
Additional guid-
ance for landings
beyond 0230:

1. Complete circadian rhythm adjustment.

2. Crews are provided appropriate sleeping quar-

ters which include individual climate control,

blacked out windows, sound proofing and isolation

from day-time workers.

Additionally the following policies are recom-
mended:

1. Any crewmember must be allowed and encour-
aged to ops cancel sorties due to fatigue. Supervisors
should stress this at crew meetings and other appro-
priate forums.

2. Establish appropriate currency requirements.
As currency drops, the potential for task saturation
and spatial disorientation increases, especially with
fatigue. After a long layoff, night flying should
emphasize the walk-before-you-run concept.

3. Educate crews, support services and families on
the principles of fatigue management, stress man-
agement, circadian rhythm and identification and
treatment of fatigue. They must understand why the
crewmember must stay on a night schedule once
established and why sleep must not be disturbed.
4. Whenin anight flying operation, the weekends
should be treated as required R&R void of any

The Combat Edge September 1992,










the way we do business since the
stand down. We no longer have to
insert daily remote weather; secu-
rity responses vary according to
the status of the missile affected;
and buffer 10 Security Control
Network tests are no
longer required dur-
ing monthly
Olympic Play exer-
cises. Those
Minuteman III and
Peacekeeper crews
who did not stand
down waitanxiously
eachday forthe next
possible round of re-
ductions. But there
is no need to “wing
it.” The old adage still applies,
“99 percent of the time your check-
lists will save you.” The Special
Interest Items from DOT and your
fellow crewmembers make up the
other 1 percent.

Missile crews are still concerned
with 4 areas: positive control,
nuclear surety, security and safety.

POSITIVE CONTROL

The concept of positive control |

is simple enough — the assurance
that a sortie will launch only if
directed to do so by the President.
Though it sometimes may appear
pointlessto run certain post-main-
tenance checks and tests to sorties
that are safed, they do continue to
have avital purpose. Enable tests,
missile tests and calibrations pro-
vide the guarantee of a working,
effective sortie, giving the Chair-
man of the Joint Chiefs of Staff
and the President an accurate as-
sessment of our strategic
capability. It’s still a critically

important mission!

NUCLEAR SURETY
Preventing the inadvertent or
unauthorized deliberate arming,
launching, or releasing of nuclear

Even in times of change, security is still one
of our chief concerns. As weapons move-
ments increase, there is an even greater
opportunity for serious security situations to

take place. Something as simple as a blown
tire can end up in the national news and even
lead to panic.

weapons is the function of nuclear
surety. It also affords protection
against mishaps creating a nuclear
yield. Therole of the missile crew
in nuclear surety is threefold: ad-
herence to tech data such as the
Inhibit/Anti-Jam checklist, profi-
ciency in code handling and, most
importantly, the exercise of direct
command and control over the
entire flight area. Keep your head
on straight here too.

SECURITY
Even in times of change, security
is still one of our chief concerns.
As weapons movements increase,
there is an even greater opportu-
nity for serious security situations
to take place. Something as simple
as a blown tire can end up in the
national news and even lead to
panic. Knowledge of the Minute-
man security standards is crucial,
but you must couple that knowl-
edge with accurate status
monitoring. Continue to commu-

nicate with your Flight Security
Controller.

SAFETY

Safety is of prime concern. The
Missile Crew of the Month Award
recognized
crewmembers who
kept their heads on
straight to prevent
dangerous situa-
tions from
developingoresca-
lating. Even the
Secretary of De-
fense made note of
the importance of
safety in his mes-
sage directing the
Minuteman II stand down. Dur-
ing times of change, stress levels
increase. When stress levels in-
crease, lapses in attention can
occur. When attention to safety
slips, mishaps happen. Missile
operations have an excellent safety
record. The best thing that missile
crewmembers can do to maintain
that record is learn to recognize
signs of stress and develop ways
to deal with it.

As missile crews, we’re among
the most proficient officers in the
Air Force — the responsibility we
have demands it. In light of the
tremendous changes taking place
in the military and the world, it’s
important to remember that what
we do still requires immense dili-
gence. The responsibility and
commitment has not been dimin-
ished, and we absolutely must keep
our heads on straight! H

1 Lt Robert Drozd
10 MIS/DO

Malmstrom AFB MT
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NCE UPON
A TIME

Maj John Marshall
HQ ACC/SEF
Langley AFB VA

he following “story” is just that - - a story, and not an actual
occurrence being recounted. But, it could happen tomorrow. All
the ingredients and distractions contained in it are real, and most
of us who have read a mishap report can relate to the “sequence of events”
or the cumulative effect of numerous inputs that degrade performance or
attention. The aim of this “story” is to remind us all that we are in a period of
tremendous change and turmoil. Focus, self-discipline, supervision and

leadership are more essential now than ever before.

We begin our story at a LANTIRN F-16 wing
where the subject of our story, a young but experi-
enced Viper pilot, is beginning his day. And what
an eventful day it will be...

Captain Joe Jones awoke about 0830. He wanted
to sleep later since the takeoff time for his evening
LANTIRN mission wasn’t until 2000, but he had
been on a “day” schedule for awhile now. Besides,
he had gone to bed at 2330 the night before, so that
should be adequate rest, shouldn’t it? Maybe he
could grab a nap before he reported in to the squad-
ron at 1400...

Capt Jones had a breakfast of cereal with skim
milk and a glass of Crystal Light - his cholesterol
had been high on his last physical. Joe planned to
run a few miles before going in to work in the
afternoon since the aerobics test was next month.

After breakfast, Joe made a short list of the things
* he needed to do in the next couple days: call MPC
Assignments, visit CBPO for a records check and
some financial matters and a dental check-up. Oh
yeah, he also had to contact his buddy over in the

The Combat Edge September 1992

“sandbox” who was having trouble reaching As-
signments. It seemed he was having trouble
accessing the bulletin boards; and when he did get
on to inquire about a job, it was already taken.

The Dental Clinic had no appointment slots avail-
able after 1100; and they closed up shop at 1630, so
that would have to come first. He figured he would
run after his dental appointment, clean up and go to
CBPO before he ate lunch at 1300 or 1330. He
packed his dinner to take to the squadron (turkey
sandwich with no mayo, lowfat yogurt, diet Coke,
an apple, and, oh what the heck, a Hershey bar —
after all, he WAS a fighter pilot!) and left it in the
refrigerator for now. After paying a few bills and
cleaning up around the house, it was time to head
out for the Dental Clinic.

Afteranuneventful visitto the dentist, Joe changed
and hit the track. It was getting a bit hot outside, but
he had committed himself to getting more aerobic
exercise, and he was well hydrated. After shower-
ing, he was off to CBPO.

His CBPO visittook longer than he planned, since

29
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lifustration by
Sgt Mark Bailey

the workers he néededto see were
out at Junch when he first arrived.
Once they returned, there was con-
fusion over a recent program and
policy change. However, a call to
higher headquarters resolved the
confusion. As a result, Joe didn’t
have time to return home and eata
good lunch or pick up his
brownbag dinner; so he grabbed
two BK broilers on his way
through the Burger King on base,
one for now and one for dinner
(thank goodness for the squadron
microwave).

After arriving at the squadron,
Joe made a call to another ACC
base to coordinate an upcoming
exercise with the project officer.
He got the distinct feeling that the
guys were having a heck of a time
since their base was closing soon,
and a bunch of them were in the
same assignment pool as he. After
he hung up, he got to wondering
again about his own job and flying
prospects on his pending PCS. Joe
walked around the squadron look-
ing for more experienced guys to
just talk to about things; but aside
from the commander and ops offi-
cer, there weren’t many guys left
in the wing with more than a couple
tours in the aircraft or 12 years or
so inservice. The top two, he felt,
were probably too busy to just sit
and talk to him about a lot of
things on his mind.

Once the afternoon flying be-
gan, he noticed a few more MNDS,
ground aborts and Codes 2 and 3
than usual. His ops officer had
briefed the squadron on the ef-
fects the separation incentives and
RIFs would possibly have on a
few maintenance areas, and it was
more important than ever to help
the maintainers with good write-
ups as well as doing especially
thorough preflights.

Capt Jones talked with his flight
lead well before brief time to check
on the scenario and help with
prebrief planning. With the world
situation changing so much, itwas
hard to tell which partof hiswing’s
world area to look at and devise
scenarios around. But his squad-
ron was ginning up toward a night
Turkey Shoot, and Joe felt he was
in contention to be on the team.

The flight briefing was thorough
and professional; and after his el-
ement coordination brief, Joe had
time to eat his “dinner” accompa-
nied by another diet Coke. He
stepped to his jet; and after a delay
for a hydraulics Red Ball and a
range extension, they took off.

En route ops checks of the

LANTIRN and TFR systems were
uneventful,but hewished he could
fly more often in the aircraft or
practice in a full-up sim since this
was a busy mission. Budget cut-
backs had reduced most guys’
flying hours and also prevented
the simulator from reaching full
capability in terms of IR visual
cues or software currency.

They were cleared on range for
their planned loft deliveries, and
Joe checked his parameters and
switchology as he sequenced him-
self behind Lead. Shortly after
calling “In,” he heard the RCO
pass Lead his score - “Shack, one.”
“Roger.” Joe pressed in, met his
parameters, devoted his attention
to his recovery and heard his score
over the radio - “Eighteen at four,
Two.” What had gone wrong?
Well, he’d check his targeting pod
for impact himself after complet-
ing his recovery on the next pass,
he thought. Lead’s next bomb
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was just as good; and after Capt
Jones had pickled and completed
his recovery, he looked at the pod
video to check his impact. Just a
few more seconds ... there it is, a
good bomb....

The mishap investigation board
determined that Capt Joe Jones
had no system malfunctions, but
had misprioritized his attention and
tasks. He was inattentive to his
position in relation to Lead’s for
too long and had cut him off on his
turn to downwind. They had a
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mid-air at the aptly nicknamed
Coffin Corner— Lead was dam-
aged, but recovered. Capt Joe
Jones was a fatality. During the
board proceedings, such factors
asdiet, crew day, circadian rhythm
and adherence to regs and guid-
ance came up. But probably the
hardest areas to quantify were ar-
eas many of us are facing each
day, just like this “Mishap Pilot.”

Assignment insecurity, job or
financialinsecurity, base closures,
thinly manned disciplines in many
Ops and Support functions, long,
late days or nights in a task-inten-
sive environment, a paucity of

intermediate-level expertise, lead-
ershipand supervision in our wings
- all these point to the importance
of superior self-discipline, task
prioritization and attention (and
intervention, if necessary) from
Supervisors.

It’s difficult to “stop what we’re
doing” when we may feel we’re
“doing too little” of it in the first
place. But if it doesn’t feel right,
or if WE don’t feel right or aren’t
focused and fully aware of the
task and procedures at hand, we’d
better calla King’s X. Teamwork,
good leadership, self-awareness
and self-discipline are essential to
carry us safely through this fast-
changing time. Fly Safe - and Fly
Smart. m
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